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SECTION I – HIGHWAY RECOMMENDATION
FORM

HIGHWAY RECOMMENDATION FORM

City/Town: Farmingdale

Route: U.S. Route 201

PIN: 1853.60

Project Leader: Gregory Blake, HNTB

Group Manager: Ernest Martin, MaineDOT

Project No.: STP-1853(60)X

Length: 1.52 miles

Date: April 14, 2010

Purpose & Need: The purpose of the project is to improve safety, enhance capacity, and
increase the operational efficiency of the U.S. Route 201 corridor in Farmingdale. This will be
accomplished via wholesale improvements to the vertical alignment along the corridor, in
concert with standardization of the roadway template. Collectively, these upgrades and
enhancements will bring about significant advancements to the overall functionality of Route
201, not just from a vehicular viewpoint, but from bicycle and pedestrian viewpoints as well.
Throughout the project corridor there exists rolling terrain, which contributes to substandard
sight distances for the operating speeds of the arterial. These areas have been the source of
numerous rear-end type of collisions directly associated with the inability to see well enough
over the crests and down into the sags. Vertical alignment improvements are needed to properly
address these specific safety issues.
In more general terms, the project will improve traffic flows along Route 201, thereby reducing
congestion and improving safety, which will in-turn improve the ability to move people and
goods, efficiently and safely through the entire corridor. Some of the more specific needs will
then be met, such as alleviating traffic congestion along one of the State Capitol’s key existing
arterial routes, addressing current travel demands, reducing high accident frequencies in
several key locations, and addressing long-term future community needs, among others.
Termini: Original from plan set pulled from the shelves: Beginning slightly south of the
intersection of Route 201 and Hill Street (Pine Hill Drive) and extending northerly to DNK
motors (the southerly project limit of STP 1853(30)X, constructed in2005-2006).
Revised during design: As a result of the coordination with Ralph Webster, MaineDOT Project
manager at the time; limits were extended 0.72 miles southerly to the intersection with Northern
Avenue. This was done in order to address safety deficiencies, which were known to exist in that
portion of the Route 201 corridor, which were identical in purpose and need as the original
scoped limits of the project. The overall revised projects limits are: just north of Northern
Avenue to DNK Motors in Farmingdale, a total of 1.52 miles.
There are over 80 driveway access points and 8 side-roads in the overall 1.52 mile stretch of
planned roadway improvements.

Traffic Data
Section
Route

U.S. Route 201
Rural Minor Arterial

Functional Classification
2010 AADT

13,900

2030 AADT

17,000

DHV (2030)

1,251

Posted Speed

40 mph

Accident CRF

Nodes-0.78, Sections-1.26, Total-1.39

Highway System:

Non-NHS

FHWA Oversight?: yes

Applicable Standards: AASHTO, MaineDOT

Design Life: 20 years

Proposed Scope of Work: To effect the desired changes and improvements to safety along the
U.S. Route 201 corridor, the proposed scope of work will entail the following. Due to the
condition of the existing pavement and the scale of improvements that are needed for the sight
distance improvements; full depth reconstruction will be needed for the entire length of the
project. This will include improvements to existing drainage systems, cross culverts, and
existing utility plant.
New installations will include: curbing on both sides of the roadway, a new sidewalk on the west
side of the roadway, new underdrain in box sections, interlocking-block type retaining walls to
reduce property impacts, guardrail upgrades and installations, and landscaping and slope
improvements where necessary for erosion control and aesthetic enhancement.
Proposed Cross Section
Travelway Width: 11’ lane

Pavement Depth: 6”

Shoulder Width: 5’

Shoulder Surface Type: Paved

Design Speed: 40 mph

Subbase Depth: 24”

Inslope: 1:2 to 1:4

Backslope: 1:2 to 1:4

Pedestrian & Bicycle Accommodations: Due to space constraints and property impact
concerns, a 5 ft sidewalk (instead of a 7 ft sidewalk) is proposed for pedestrian use. The
sidewalk will run the length of the project, providing eagerly awaited, safe pedestrian access
from the residential areas of Farmingdale to Route 201. The sidewalk will also form a
contiguous path for pedestrians from Northern Avenue up to Maple Street home of Hall- Dale
High School. With the creation of the sidewalk on the west, numerous crosswalks will be
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installed or enhanced to provide safe access to the Kennebec River Rail Trail (KRRT) on the east
side of the roadway paralleling the Kennebec River.
Exceptions to Controlling Standards: A Design exception has already been submitted and
approved for reduced lane and shoulder widths. Design exceptions for atypical drive profiles
are anticipated in numerous locations due to the rolling terrain nature of this corridor.
Construction Schedule: Due to the continuous high volume of traffic throughout the day,
construction on this project could be expected to take slightly longer than usual. This is
particularly true given today’s construction climate, which demands optimum use of the facility
by the travelling public during construction. Analysis of the traffic data indicates that there is no
significant seasonal/tourist type of fluctuation in the overall AADT, therefore, year-round
construction is a possibility for this project. Daily commuter peak flows could be more of a
factor for the Contractor to contend with, and his daily work schedule may have to reflect this in
terms of start and stop times, etc.
Maintenance of Traffic: MaineDOT Standards for lane closures and maintenance of traffic
will be utilized for this project. Due to the extensive nature of the reconstruction, plus the
limited area for operations, these Standards will have to be utilized judiciously. Two way traffic
will be maintained where possible, however, alternate traffic arrangements could also be utilized
where necessary to aid the Contractor in his operations.
Temporary traffic stoppages may be necessary for Route 201 during the installation of some
cross-drainage or other specific construction activity. Temporary detours may be necessary or
advantageous at certain locations in order to expedite construction operations.
Public Process: The project, in one form or another, has undergone a lengthy (and at sometimes
contentious) public participation process. Anecdotal testimony from the October 24, 2001
Public Hearing suggested that the project had been “kicking around” since 1945.
HNTB has record of the more recent history, showing that a series of several public meetings
have been held for this project over the years. The first occurred in April 1992 and the second in
June 1999. As a result, HNTB was retained by the Department in 2000 to take the project
through preliminary design. On July 26, 2001 the Team presented the preliminary design to the
Town Selectman and other interested parties at a Town Meeting. On October 24, 2001 a Public
Hearing was held on the project at Hall-Dale High School. The majority of the comments from
the public were consistent from previous meetings; concerns about Right of Way impacts and the
“livability" of their area, especially with ever-increasing traffic. A Town Selectman’s meeting
was held on March 6, 2002 where HNTB and MaineDOT presented a project update and the
results of a “community signal” traffic study.
The most recent public involvement since reviving the project, was a “Blank Plan” hearing
which was held on February 23, 2010 to solicit comments and feedback on the preliminary
design. A court recorder was on-hand for that meeting and has provided a public transcript.
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Estimate of Cost:
Programmed
PE

Proposed
Date: 04/14/10

(12%)

ROW
CONSTR.:
CE

(15%)

OTHER
TOTAL

Anticipated Permit Level (See Section J, Environmental)
DEP: DPBR

ACOE: SPGP

NPDES?: yes
Anticipated NEPA Requirement: CE

Date

Approved By

Approved for Preliminary Plan

__________

____________________________

Public Participation Complete

__________

____________________________

Approved for Final Design

__________

____________________________
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SUMMARY OF HIGHWAY ENGINEERING
A. Project Background:
This project was taken off the shelf and reinitiated as a part of the MaineDOT’s response to
the American Recovery Reinvestment Act (ARRA) of 2009. The goal was to resurrect a
segment of U.S. Route 201 that had been previously designed through preliminary design in
2002, as part of STP-1853(30)X, and have “shovel-ready” as soon as possible. The portion
of Route 201, Hill Street (Pine Hill Drive) to DNK Motors, was not built as part of STP1853(30)X due to lack of construction funding at that time. As the team developed design
scope and initiated the design process, the project limits were extended from Hill Street south
to Northern Avenue to correct deficiencies that were identical to the portion that was
originally taken through preliminary design.
As part of the rebirth of the project, the original design was converted from the International
(Metric) System to the English System (current Maine DOT standard). With the conversion
from metric to English, the design was also modified to meet current geometric standards as
necessary.
B. Horizontal Alignment:
Due to the somewhat urban nature of the project, plus the adjacent Kennebec River
paralleling on the east side and steep sloping properties paralleling on the west side,
horizontal alignment alternatives were limited. The recommended mainline alignment
geometry satisfies a design speed of 40 mph and, generally, matches the existing alignment
in nearly all portions of the project. A portion of the alignment, from approximately Hill
Street to Riverview Street, was shifted slightly off alignment to account for the as-built
location of the recently built Kennebec River Rail Trail, STP 1853(31)X.
Another portion of the alignment, from approximately Sheldon Street to Grant Street, takes a
slight shift westward. This shift was necessary to avoid adverse impacts to the properties
located on the exterior of the curve in the vicinity of STA 36+00 and better centers the
roadway within the existing Right-of-Way properly. Horizontal sight distance is also
improved with the shift, and in combination with improved vertical geometrics creates a safer
driving condition. The shift does however necessitate the use of retaining walls on the west
side to avoid significant impact to the property owners on that side.
Based on feedback received at the preliminary public meeting, Kennebec Drive and Park
Street were both examined for the use of “target islands” and potential realignment to
improve safe ingress and egress to these side streets. Both intersections show a more
formalized “Tee” intersection with island. By having this channelized configuration the
traffic is forced to make a more traditional turn movement as compared to the atypical
maneuver that is occurring today (some left turners from Route 201 are cutting the corners
without fully evaluating if there is a proper gap). Creating the more traditional “Tee”
configuration helps also to improve sight lines for the traffic on the side roads, and forces the
traffic to properly evaluate the gap. The alternatives are designed to accommodate both an
SU and a 40 foot school bus. The raised concrete islands will allow larger trucks to drive
over the islands, but still provide some channelization for the more common vehicles.
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C. Vertical Alignment:
Similar to the horizontal alignment, the vertical alignment alternatives were limited by the
urban nature of the project and the concern for undue impacts to adjacent properties.
However, due to the high percentage of accidents directly associated with poor (vertical)
stopping sight distance, the profile was scrutinized to obtain the best possible alignment,
balanced against adverse property and wetland impacts. The use of relatively inexpensive,
interlocking-block type retaining walls was a key factor in obtaining an acceptable profile
design.
The vertical alignment has been designed in accordance with low-speed Urban Arterial
standards. Due to the rolling terrain, “grade adjusted” stopping sight distance criteria has
been used for the majority of the project corridor. However, in one area of the project, near
Park Street the vertical alignment was not “grade adjusted”, to minimize the impacts to
adjacent property.
The recommended alignment for the mainline satisfies the design speed of 40 mph for the
project. As a part of the preliminary design, in trying to accommodate the different
operational and safety aspects of the corridor, two vertical profiles were deemed to be
evaluated; one for 45 mph and one for 40 mph. Though there is only 5 mph difference in the
design speeds, the curve selection and the flexibility with applying “K” values is quite
significant. As compared to the 40 mph design, the 45 mph design had moderately more
property and wetland impacts. The decision was therefore made to design to 40 mph to help
avoid and minimize these impacts. The 40 mph design fits relatively well with the human
and natural resources that abut the project, and also compliments the intended traffic calming
effect of the narrower roadway footprint.
Due to the nature of the west-side uphill topography and the addition of a sidewalk on that
side, virtually all of the side streets have challenging profiles. HNTB has used the
Department’s standard of introducing a 50’ vertical curve to help soften the extreme grade
breaks, however this does result in some rather deep cuts at the roadside, followed by steep
grades to tie back into existing (some greater than 18%). These profiles will be evaluated
further during final design, to try and achieve the optimum balance between project impact
and acceptable design.
D. Typical Section:
The proposed typical section consists of 11 ft travel lanes and 5 ft paved shoulders in each
direction, with a 5 ft paved sidewalk on the west side of the roadway. With the west-side
sidewalk, the proposed bituminous curb will be mold type 1, and will be installed along the
entire length of the project. Mold type 2 will be used on the non-sidewalk side of the
roadway.
The narrowed typical section has been proposed in an effort to reduce impact to property and
natural resources, as well as to assist as a traffic calming measure; and was derived through a
fairly extensive study of lane/shoulder widths and the use of the FHWA Interactive Highway
Safety Design Model (IHSDM). This two pronged approach developed as follows:
1. At the request of the Department, HNTB evaluated the advantages and disadvantages
of modifying the proposed travel lane and/or shoulder widths to aid in minimizing
project costs and Right of Way impacts. Based on the modeling and analysis of
several different lane and shoulder combinations, HNTB produced a Technical
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Memorandum, dated December 17, 2009, which recommended the use of full 12’
lanes and 8’ shoulders. This memo is contained in Section IV.
2. Upon further Team discussion regarding project costs and Right-of-Way impacts, the
decision was made to go for a Design Exception based on a narrower typical section.
During discussion at the Design Exception meeting, FHWA requested that their crash
model, IHSDM, be utilized to try and ascertain what combination of lane and
shoulder widths would provide for optimum safety. The model had been used with
success on a recent Route 302 project in Windham, so the Team felt it prudent to try
this approach on Farmingdale. The results of the modeling and crash mapping of the
corridor showed that the roadway performed well over a broad variety of factors,
therefore the narrowed typical section was given a design exception from the standard
lane and shoulder widths of 12’ and 8’ respectively. Results of each Design
Exception meeting are contained in Section IV.
On the southern project terminus, the typical section widens to accommodate the shadow for
the Left Turn Lane onto Northern Avenue. By widening in the southbound direction, right
turning vehicles can use a portion of the widened shoulder to make the right turn maneuver
while minimally impacting operations of the through traffic.
Superelevation has been applied to the mainline in a somewhat subjective manner. The use
of high-speed urban arterial criteria alone, for 40 mph, would have called for an e-max of
0.06 and the application of superelevation to just about every curve along the mainline.
However, the 40 mph design speed parameter, while applying at the low end of the highspeed criteria, also applies at the high end of the low-speed urban arterial criteria, (which has
a different application of superelevation and an e-max of 0.04). Following discussions with
Team members about the true characteristics of the traffic flow and speeds through the
project area, the decision was made to go with an e-max of 0.04. Therefore given the
application of low speed urban for the use of superelevation, the only curve that is required to
be superelevated is at the northern terminus where the project will be matching into the
existing condition previously built in 2005-2006.
The reconstructed roadway sub-base will be a standard boxed section. Full depth
construction shall consist of 2” Hot Mix Asphalt – Grading 12.5 over 4” Hot Mix Asphalt –
Grading 19 over 24” Aggregate Subbase – Course Gravel. This will be confirmed and
further detailed in final design.
No areas of on-street parking are recommended. The majority of the project is within
residential and commercial zones, so 4:1/6:1 fore-slopes will be used to match existing
ground wherever possible. The practical use of interlocking-block type retaining wall (at
back of side walk) will help the use of 4:1 slopes and keeping resident’s lawn areas attractive
and useable. The clear zone requirements for the project are 14’, and 1’ from face of curb for
above ground utilities.
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E. Geotechnical:
MaineDOT is performing all geotechnical activities for this project. Preliminary (Phase I)
field investigations and geotechnical engineering evaluations are currently underway.
Drilling for the project was completed on April 9, 2010. The most recent MaineDOT
geotechnical report completed for the corridor project was Soils Report 99-18. The
investigations completed then indicated that the subsurface conditions along the alignment
consist primarily of sandy silt.
The report summarized that retaining walls would likely be required on both sides of the
roadway, supporting the roadway on the east side, and mitigating slope impacts to residents
on the west side. The report recommends that for cuts less than 5’, tieback wall technologies
(e.g. Keystone) could be used, and that gravity walls should be considered where walls
exceed 5’ in height. Cuts in the soils can be made using MaineDOT slope standards. Most
of the soil excavated from the cut areas will be suitable for reuse as embankment fill. The
naturally deposited soils in the area are likely considered suitable for support of earth-fill
embankments and highway pavement sections without the need for soil improvement,
stabilization/strengthening or surcharging.
Geotechnical information is recommended to identify any potential concerns with erosion or
slope and roadway stability problems. Due to the highly erodible nature of the soils, all cuts
should be treated properly with erosion control methods and BMPs. The report also
recommends the use of underdrain in all box sections and that drainage outlet/downspout
areas should be rip-rapped to prevent erosion on potentially steep slopes proposed in this
project. There are also additional areas already identified as needing slope stability
improvements. Drainage “blowouts” have been identified at Pine Hill Drive and at several of
the larger culvert crossings.
The MDOT standard daylight subbase section is recommended for high fill locations. Cut
sections with ditches, which allow the subbase to drain, will not be used for this project due
to the limited construction area and the desire to reduce property impacts. The use of
geotextiles within the embankment is not anticipated at this time.
Historically, U.S. Route 201 in Maine has older portions where a concrete base exists
underneath the pavement. There is a reasonable chance that this concrete exists in this
portion of the project. The 1922 “as-builts” for the project seem to confirm this expectation,
as well as the presence of a cobblestone roadway base and the possibility of buried trolley
tracks. The confirmation of their existence, plus the determination of their viability and reuse, will need to be ascertained as a part of the Final Design geotechnical investigation.
F. Right-of-Way:
MDOT is performing all Right-of-Way (ROW) activities in-house for this project. The
existing ROW is based on a “three to three and a half rod road” (49.5-57.75’). The
surrounding area consists of both urban residential and commercial properties. Preliminary
slope lines shown on the plans indicate minimal impacts outside the existing Right of Way.
Generally, where impacts do exist it is anticipated that the Right of Way need will likely be
grading rights/easements with an occasional strip take as necessary. Proposed walls are
shown on the plan to reduce severe impacts to many of the properties on the westerly side of
the alignment. Grading rights and/or permanent maintenance type easements will be needed
in the vicinity of the retaining walls. Also in areas where existing cross culverts are to be
8

replaced the Department may wish to expand the construction easement for future
maintenance of these structures.
G. Traffic:
Unlike the previously constructed portion of the corridor, from DNK north to Maple Street,
this portion of Route 201 did not have prevailing turning traffic movements and Level of
Service (LOS) as overriding concerns. HNTB requested accident data and collision diagrams
from the Department, and examined historical traffic data through the corridor. Analysis of
this data and other historical turning movement data, revealed there would be no need for any
traffic signals in the area; other than perhaps the Northern Ave intersection, which was
determined to not be in the project area. No single intersection location had any significant
turning volumes; and the corridor as a whole was determined to not have any operational
deficiencies.
Analysis of historic “tube count” data, revealed that AADT’s had fallen from a high of about
18,000 vehicles per day (around the year 2000) down to about 14,000 vehicles per day
today. The volumes are still high for a 2-lane roadway, but not as high as they had been in
years past. HNTB then drove through the corridor and reviewed aerials in order to discern
the best locations for a center two-way left-turn lane (CTWLTL). The area between Grant
and Bowman Street marginally surfaced as a potential candidate for a CTWLTL. The use of
a CTWLTL was dismissed as a result of the FHWA crash modeling and the concern for
ROW impact.
HNTB further reviewed the corridor for high-crash locations to determine whether any
existed in the study area. Route 27/201 @ Park St., Route 27/201 @ Northern Ave., and the
link between Park St. and Kennebec Drive were identified. Of the 76 accidents recorded
during the most recent 3-year period (2006-2008), 47 were classified as “rear
end/sideswipe”; amounting to 62% of all accidents. Examining the collision diagram for the
link between Park St. and Kennebec Dr. (labeled “Farmingdale Element 27744_28364”),
which was a high-crash location; a total of 11 accidents were recorded (7 of them rearenders). The use of right and left-lane treatments (i.e. auxiliary lanes and bypass lanes) was
again dismissed as a result of the FHWA crash modeling and the concern for ROW impact.
In addition, the Team felt that whereas there are no turns towards the east (the river) and with
the geometric improvements being made, that these type of accidents would decrease in the
future.

H. Drainage/Stormwater:
The existing corridor consists primarily of open drainage, with a few small, closed drainage
systems at various locations throughout the project. The majority of the existing systems are
limited in size and believed to be antiquated at this time. A proposed combination of open
and closed drainage systems will be evaluated to replace them altogether. The proposed
roadway template includes curbing on both sides of the roadway; therefore a closed system
(relying on the extensive use of underdrain) will collect surface roadway water for the length
of the project.
The existing drainage outlet locations will be maintained, however most of the structures
themselves are being called to be replaced due to the poor structural integrity as directed by
the Department. Existing drainage outlets will be utilized with the proposed drainage
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system and shall be re-evaluated during final design for required sizing and structural
integrity. Existing cross-culvert locations (including those located under the railroad within
the project area) will also be evaluated during final design for required sizing and structural
integrity.
A preliminary drainage report has been developed jointly by HNTB Corporation and
Northstar Hydro and is contained in Section IV. Detailed information on the stormwater
analysis and design for the project will be contained in this report, to include the use of
BMPs and the preservation/protection of water quality. Final sizing, type-of-pipe, and invert
elevation determinations will be done as part of Final Design.
I. Historic/Archeologic:
MaineDOT is performing all Historic/Archeological activities in-house for this project.
Preliminary indications are that a portion of the project, from Northern Avenue to one
property north of Sheldon Street appears to be of historic nature. Therefore the proposed
design attempts to reduce impact as much as possible to these properties. The MHPC will
need to confirm the presence of historic inventory as a part of the permitting process. Where
impact is unavoidable, resetting of historic features and enhanced landscaping will likely be
proposed to preserve the character of the properties being impacted. Enhanced landscaping
will consist of the use of taller granite back-curb for the lower slopes, and the use of
aesthetically correct color, pattern, and shape schemes for the precast concrete modular
gravity walls, or dry-laid stone walls. In the street, granite curbing is being used as well (to
STA 31+75) to match existing and help preserve the nature of the area.
J. Environmental:
The creation of a totally curbed roadway, with the associated closed drainage systems, will
result in more concentrated stormwater flow than before. Best Management Practices will be
utilized to the greatest extent possible, as a part of Final Design, to help control runoff
heading towards the Kennebec River.
With the directive to investigate replacement of all drainage outlet structures, in-stream work
is anticipated for the major cross-culverts. Addressing that aspect, the Department’s
environmental group identified two cross culverts as potential fish passage locations: Sta.
28+30 and Sta. 46+10. The culvert at Sta. 46+10 is proposed to entail slight stream
relocation as well to better align the stream directly adjacent to the roadway, thus promoting
better channel flow.
There are limited flagged wetlands within the current limits of the project. Therefore, in
combination with the reduced width of the roadway, minimal wetland impacts are expected.
Preliminary slope limits indicate a wetland impact area of 2,370 sf at this time. A NEPA
Categorical Exclusion (CE) permit is anticipated. MaineDOT OES Team members will
confirm this expectation.
K. Utilities:
MaineDOT is performing all utility coordination activities in-house for this project; including
the required coordination with Wright-Pierce Engineers for the Gardiner Water District’s
water main replacement.
Existing above ground utilities within the project limits consist of pole mounted wires
located along both sides of the roadside, switching as needed, for the entire project length.
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With the decrease in roadway width, it is likely that the majority of the poles will not need to
be relocated or reset as a result of construction. Coordination with the local town officials
and the utility companies will be required in locating utility poles at or near the proposed
sidewalk on the west side of the roadway. Clearance of some buildings in close proximity
will need to be considered along with the tight right-of-way constraints.
Two major CMP transmission lines cross Route 201 at approximately STA 84+50 and STA
85+10. Impacts to the overhead lines in this area have been avoided via the profile
maintaining existing grade at those locations. Vertical clearances to the existing linework
have been maintained.
Existing underground utilities within the project limits include a 16” gravity public sewer
interceptor and an 8” public water line. These two lines run on either side of the road
depending on the location along Route 201. Due to the urban nature of the project, side
laterals and service connections branch out at almost every side road, and at buildings that
directly front Route 201. Impacts to the underground utilities by this project should be
limited to the resetting of manhole rims, water gate valves, and several hydrants to match the
changes in the roadway width, and to accommodate the changes in profile. Insulation of
utility pipes in areas of vertical alignment cuts, and raising of some structures in larger areas
of fill may also be required. The proposed storm drainage and underdrain systems will be
designed in an effort to minimize additional impacts to existing underground utilities.
Indications are that the Gardiner Water District and the Town of Farmingdale would like to
address water main and sewer main replacements/repairs respectively, in conjunction with
the MaineDOT Route 201 highway work. This approach worked successfully for all parties
on the previous roadway project.
Utilities involved are:







Gardiner Water District
Farmingdale Sewer Dept
AT&T
Central Maine Power
Time Warner Cable
Northern New England Telephone Operations LLC

L. Highway Lighting:
Highway lighting improvements are proposed at each of the major side street intersections on
Route 201 within the project limits. Those intersections are:










Northern Avenue
Sheldon Street
Grant Street
Bowman Street
Hill Street
Riverview Street
Kennebec Drive
K.V. Lane
Park Street
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Central Maine Power Company will install and maintain the proposed lighting. There will be
no installation cost to this project. Preliminary photometrics have been developed based on
existing utility pole locations, since proposed utility pole locations have not yet been
determined. The photometrics will be updated after receipt of final pole location
information. Several poles will need to be relocated. It is suggested that the existing pole on
the southeast corner of the Bowman Street intersection, which must be relocated anyway, be
relocated to the northeast side of the intersection to obtain better light distribution at the
intersection. If it is necessary to have a pole on the southeast corner, then a supplemental
pole on the northeast side is recommended at about Station 51+90 RT to meet lighting needs.
Preliminary photometrics are based on American Electric Lighting roadway lighting
luminaries with 150 watt high pressure sodium lamps, full cutoff with Type 3 distribution.
M. Landscaping:
The surrounding area consists of both urban residential & commercial properties. Lawn
areas and trees (of various sizes) will be impacted by the project. The specifics on tree takes,
tree wells to save trees, and proposed tree plantings will be determined in final design as a
part of the overall landscape effort.
Landscaping will be included as a part of Final Design for the overall project, and will be
used to help buffer the reconstructed Route 201 from adjacent properties. The landscaping
will also act as a key element for highway beautification and aesthetic improvement to major
slope changes and/or retaining wall installations.
N. Construction:
Due to the continuous high volume of traffic throughout the day, construction on this project
could be expected to take slightly longer than usual. This is particularly true given today’s
construction climate, which demands optimum use of the facility by the traveling public
during construction. Analysis of the traffic data indicates that there is no significant
seasonal/tourist type of fluctuation in the overall AADT, therefore, year-round construction
is a possibility for this project. Daily commuter peak flows could be more of a factor for the
Contractor to contend with, and his daily work schedule may have to reflect this in terms of
start and stop times, etc.
Construction funding will be the major determinant on when this project can begin
construction. The project is not currently funded for construction, however is contained in
the bond package going to voters in June of 2010. If funding is approved, the project will be
advertised in spring of 2011. With the complexities of the project and the requirements for
maintenance of traffic, it is likely that the project would need to span two construction season
given the scope of reconstruction.
MDOT Standards for lane closures and maintenance of traffic will be utilized for this project.
Due to the extensive nature of the reconstruction, plus the limited area for operations, these
Standards will have to be utilized judiciously. Two-way traffic will be maintained where
possible, however, alternate traffic arrangements could also be utilized where necessary to
aid the Contractor in his operations.
An example of this could be a short or long-term traffic re-route situation where northbound
vehicles stay on Route 201 and southbound vehicles bypass the project area via Blaine Street
and Bowman Street. The construction area would then only need to provide one lane of
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traffic and would be left accessible to “local traffic only”. Additional public announcements
could also be used to encourage travelers to use Interstate 95, or Route 9 on the east side of
the river, to get from Gardiner to Augusta, thus reducing the overall through traffic load.
Temporary traffic stoppages may be necessary for Route 201 during the installation of some
cross-drainage or other specific construction activity. Temporary detours may be necessary
or advantageous at certain locations in order to expedite construction operations. Night work
could also be entertained for the deeper culvert installations, where a complete road
shutdown would prove beneficial, or where tidal conditions dictate.
O. Kennebec River Rail Trail
At the request and urging of the Kennebec River Rail Trail (KRRT) Committee, the
MaineDOT agreed to design and build a portion of the KRRT for bicycle access in 2007. An
approximate 2950’ stretch of the KRRT runs directly adjacent to Route 201 in the midst of
the project, from approximately Pine Hill Drive northerly to the Kennebec Valley Health
Club. Virtually all elements of design have therefore been adjusted to accommodate and
account for the presence of the bike path in it’s as-built condition.
P. Survey
The existing survey from Pine Hill Drive northerly was performed around the year 2000 and
was in Metric units. The Department converted this survey to English and supplied to
HNTB. Subsequent survey of the southern portion of the project, and all other survey
updates were performed by the Department and also supplied to HNTB for use in the design.
During the course of preliminary design we have identified the following additional survey
needs which will assist in Final Design:
1. There are numerous inverts within the existing closed drainage systems along the corridor
which remain unknown. HNTB will identify which inverts are necessary for use in
design or for conflict avoidance and submit a list to the Department.
2. As with the closed drainage systems, there are several open-ended culvert end conditions
for which inverts remain unknown and/or the actual makeup of the end condition is
unknown (e.g. headwall, type of pipe, etc.). These are particularly important in areas
where a tie-in condition needs to occur between the roadway culvert and the railroad
culverts. HNTB will identify what information is necessary for use in design or for
conflict avoidance and submit a list to the Department.
3. Additional survey would be beneficial at the end of Kennebec Drive to assist in better
detailing of the tie-in, end condition.
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AVOIDANCE & MINIMIZATION
A. Environmental:
Due to the urban nature of the project, minimal wetlands are involved with avoidance or
minimization. There are minimal wetland impacts anticipated at cross culvert locations that
are being proposed to be replaced. Final Design will evaluate alternatives for grading around
these locations to minimize the environmental impact as much as possible. The use of
properly armored 1.5:1 and 2:1 slopes is proposed where feasible to aid in reducing impact.
Impacts to the water quality of the Kennebec River are being examined for minimal impact.
Through the application of BMPs and other pollutant removal technologies and
methodologies, the Team is looking to minimize the effects of urban stormwater on the river.
The Kennebec, being a tidal and fairly swift moving river is quite capable of dissipating the
turbid, nutrient, or thermal effects normally associated with highway stormwater runoff,
however, any upstream removal that can occur, shall be attempted.

B. Right-of-Way:
With Right-of-Way impact being a prime issue along the Route 201 corridor, every effort
was made to avoid and minimize impacts to adjacent residential and commercial property
owners. Lane widths and shoulders were reduced from the minimum standard of 12 ft and 8
ft respectfully for this type of facility to 11 ft and 5 ft. This particular analysis revealed that
the 4 ft reduction did significantly reduce impacts, while not sacrificing safety; and would be
a prudent context sensitive solution.
Additional efforts were made in the “tweaking” of the horizontal and vertical alignments to
further minimize impacts in specific areas. For example, impacts to the KRRT were reduced
with a horizontal shift, and substantial impacts in the Park Street area were reduced by
vertical alignment shift and a re-thinking of the Stopping Sight Distance application in that
area.
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